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A B S T R A C T
This paper identiﬁes the very limited connectivity provided by the current public transport system to the most
deprived groups of Santiago de Chile, and explores the territorial aspects of transport and social housing policies
that have contributed to the creation of unequal public transport schemes. To achieve those aims, we present a
review of public policies in Chile and the results of an original quantitative analysis that measures the travel
times required to access the opportunities and activities located in the city. The results show that housing
policies put people at a disadvantage by increasing the distance between them and the opportunities of the city.
Three decades after the implementation of housing policies, transport still fails to mitigate these distances and
instead of alleviating the patterns of segregation, it may have reinforced them. The travel times required increase
towards the periphery (even though densities do not decrease) and are higher than the averages of the city in
social housing estates.
1. Introduction
Inequalities in the ability to access available material and social
resources can produce further inequalities, aﬀecting living standards
and personal expectations and can cause (or worsen) conditions of
deprivation (Kaufmann et al., 2004; Ascher, 2007; Sheller and Urry,
2003). At city-level, the availability of public transport is often identi-
ﬁed as a measure that can reduce those disparities. It can improve the
access to the opportunities oﬀered by a speciﬁc territory and, therefore,
it can diminish the disadvantages of the most fragile segments of the
society (Preston, 2009).
In Latin America, and led by the pioneer experiences in Curitiba in
Brazil or Bogota in Colombia, public transport became a central subject
of the discussion due to several plans that intended to modernise the
obsolete systems of the main urban areas of the region. Santiago de
Chile followed the same path with the modernisation of the public
transport system in 2007 (Transantiago); however, a complex im-
plementation triggered a profound urban crisis that questioned the role
of public transport in a highly unequal city (Forray et al., 2013).
Further, Santiago is commonly portrayed as a segregated territory
because diﬀerent socio-economic groups are highly isolated from each
other (Sabatini et al., 2001). Although the reasons behind the phe-
nomenon are diverse, numerous studies argue that one of the key fac-
tors was the aggressive social housing policies that displaced the most
deprived groups of the society to marginal locations of the city (Ducci,
1997; Rodríguez and Sugranyes, 2005).
While housing policy and public transport have both been im-
plicated in reducing accessibility and inclusion for those in deprived
areas, studies to date have treated housing policy and transport sepa-
rately and there has not been investigation of the impacts of relations
between housing policy and transport in Santiago de Chile. This article
examines those by (i) measuring the travel time costs of the con-
nectivity oﬀered by the current public transport system to the groups
displaced by housing policies, and (ii) recognising the territorial aspects
of transport and housing policies that may have contributed to the
creation of unequal schemes.
To this end we present a review of public policies in Chile and the
results of a quantitative analysis that measures the times required to
access the activities located in the city. Excluding this introduction, the
article is structured in six sections: (i) a review of the relationship be-
tween transport and deprivation, (ii) the methodology and the mate-
rials used, (iii) a review of transport and housing policies in Chile, (iv)
the results of the quantitative analysis, (v) the discussion, and (vi) the
main conclusions.
2. Transport and inequalities
A vast body of literature covers the eﬀects of having (or not) access
to transport and mobility. According to Stanley and Vella-Brodrick
(2009) and Delbosc and Currie (2011), transport aﬀects aspects of
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psychological wellbeing (i.e. the sense of feeling competent, autono-
mous and connected) by enabling people to choose among options and
master resources. To Preston (2009) transport can alter the quality of
life, by this means, the level of satisfaction with one's life in accordance
with local culture and personal experiences, goals, expectations, stan-
dards and concerns (Van Kamp et al., 2003; Skevington et al., 2004).
Transport disadvantages can be also translated into social exclusion,
which refers to a lack/denial of resources that aﬀects ability to parti-
cipate in the normal activities of the society. The resources exist yet
they are not available to all (Atkinson, 1998; Church et al., 2000; SEU,
2003; Kenyon et al., 2002; Cass et al., 2005; Levitas et al., 2007). Social
exclusion is an extensively studied topic often deﬁned as dynamic,
varying over time and space, relative, people can be excluded from the
society or just aspects of it, and with agency, being provoked directly
or indirectly by external factors (Richardson and Le Grand, 2002;
Preston, 2009; Lucas et al., 2016).
By conceptualising the eﬀects of transport on people, Lucas et al.
(2016) deﬁne transport poverty as a multi-criteria condition suﬀered by
anyone aﬀected by at least one of the following four issues: transport
aﬀordability (economic costs), mobility poverty (lack of options to
perform trips), accessibility poverty (access to the opportunities in ac-
ceptable times) and exposure to externalities such as the indirect eﬀects
of pollution on people. However, transport needs vary person to person,
and this complexity prevents the development of canons to measure
transport poverty. In a similar approach, other scholars highlight the
complexity to draw causalities; transport can be either the cause or an
issue that can strengthen inadequate living conditions (Preston, 2009;
Jones and Lucas, 2012).
From the perspective of the instruments and policies, and under a
principle of equal concern, Mullen et al. (2014) argue that the dis-
tribution of beneﬁts and risks of transport among people should secure
equal opportunities to sustain adequate lives. This means that any in-
strument should recognise the advantages, or disadvantages, enjoyed,
or suﬀered, by the groups of the society and act diﬀerentially according
to them.
The measurement of the disadvantages is often addressed with
quantitative approaches (Hernández and Witter, 2011). In the case of
public transport, previous studies have focused mostly on the potential
use of the available network by contrasting the features of the public
transport services (frequencies, bus stops and capacities) with demo-
graphic parameters (Currie, 2004, 2010; Jaramillo et al., 2012). Studies
that compare public transport with the distribution of activities across
the cities are less common and have been applied to optimise the usage
of public transport or to identify income-related inequalities in ag-
gregated levels (Ceder et al., 2009; Kaplan et al., 2014).
Finally, by linking transport features with demographics, several
studies have demonstrated an unequal transport supply in Latin
American cities that tends to favour the most aﬄuent groups of the
societies (Jaramillo et al., 2012; Farbiarz, 2013; Capelli, 2015; Figueroa
and Guzmán, 2016). The discussion is situated under the understanding
that many cities of the region are well-covered by public transport, with
healthy model shares (low usage of private transport), but fragmented
due to social, economic and ethnic issues (Cebollada, 2006; Gutiérrez
and Rearte, 2006; Avellaneda, 2009; Ramírez, 2009; Dangond et al.,
2011; Blanco et al., 2014).
3. Methodology
The method is composed of two parts. The ﬁrst part is a literature
and documentary review of Chilean transport policies with an emphasis
in those developed since 1980 as they delineated the approaches of
current programs. The transport policy review is complemented with a
secondary review of housing policies and maps that highlight the ter-
ritorial features of the housing estates built from 1982 onwards. As
there is not an updated database that compiles all social housing es-
tates, the maps were created with several ﬁgures present in Ducci and
Gonzalez (2006) and MINVU (2014) and later corroborated with or-
thophotographs (SECTRA, 2012b).
The second part is a quantitative analysis in two sections: a general
description of the city (residential density, concentration of activities
and distance from the city centre) and the potential opportunities to
reach activities available in the city in a certain period of time (con-
nectivity). The opportunities to reach activities are measured through a
composite index that calculates the percentage of the total supply of
each activity accessible by public transport from a speciﬁc point of the
city by a unit of time.
The index is divided into four aspects (employment, education,
shopping, health) seeking to understand the opportunities to access the
diﬀerent available resources. As the city does not have a reliable da-
tabase of activities (or land use), attracted trips by area are considered a
‘proxy’ of the activities. Therefore, the public transport connectivity
index PT−Conick in the area i is the sum of all the trips (T) by activity
(c) attracted by all the areas j connected with the area i in equal or less
than k minutes, weighted by the total number of trips by purpose
produced by the city (Tc). Then,
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With n equal to the number of areas in the city, and δijk equal to 1 if
the time of the public transport route h (tijh) between areas i and j is
equal or less than k minutes. The time tijh was obtained as,
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where variable h represent the fastest public transport route (selected
by GIS, in its Network Analysis component) of buses and subway lines
that connect areas i and j of all the possible H routes. The variable R
represents the whole public transport services needed to use the route h,
while variable βrh is the travel time of that service, and αrh is the
average waiting time of the public transport service r needed to use the
route h, obtained as half of the waiting time for all the services as,
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With fl equal to the frequency of the public transport service (bus
and subway lines) l that serves route h. To calculate the index, the
distribution of the activities and the densities, this paper uses the in-
formation of the latest origin-destination survey of Santiago (2012) and
considers 737 origin-destination areas (which are mostly urban and
part of the greater Santiago), 551 bus services that operate regularly in
working days and the ﬁve subway lines (108 stations) that currently
operates in the city (SECTRA, 2012a; DTPM, 2014).1
From the 737 origin-destination areas, 27 are part of the historical
centre and its ﬁnancial expansion, 40 were classiﬁed as ‘mostly covered
by housing states’ as they contain 80% of the housing estates built from
1982 and grouped in 12 clusters (Fig. 1). To facilitate the lecture of the
data, the clusters were identiﬁed with numbers and an abbreviation of
their geographical location as Fig. 1 displays (N north, S south, SE
southeast, etc.). All the information was processed in Geographical
Information System (GIS).
4. Transport and housing in Santiago de Chile
With 6.5 million people, Santiago de Chile is currently covered by
1 Nos-Express, an urban train service, was not included in the analysis as it was still
under construction by 2012.
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Transantiago; a public transport system that, launched in 2007, in-
tended to improve the living standards of the inhabitants of the city.
This modernisation project is the result of a longer process that, aiming
to reduce the expenditures of the State, dissolved the last State-owned
transport company in 1981, deregulated transport markets and con-
cluded with the worst urban service of the city according to the public
opinion in 2002 (MTT, 1981; Paredes, 1992; Díaz et al., 2004).
By 2002, Micros Amarillas (the informal name given due to the
yellow colour of the buses) had concentrated 80% of the bus services
only in six avenues. Its numbers showed high vacancies in low de-
manded hours, high accident rates (for travellers and pedestrians) and
was portrayed as the responsible of more than a ﬁfth part of the air
pollution of the city. Furthermore, the deregulation led into a frag-
mented operation, which peaked in 1991 with ~6500 small companies
operating 13,353 buses and routes providing a ‘door to door’ service by
reaching almost every neighbourhood of the city (Paredes, 1992; Opazo
et al., 1993; Sanhueza and Castro, 1999; Díaz et al., 2004). Micros
Amarillas was considered a low-quality system; not enough for a pros-
perous country like Chile (Maillet, 2007).
Transantiago sought to counteract the ﬂaws of Micros Amarillas by
concentrating the business in a reduced number of operators, rationa-
lising the services and eliminating bus vacancy, integrating the fare
between buses and subway lines, and lowering the air pollution with
new buses with higher standards. Also, as the previous system func-
tioned without subsidies, the new optimised and rationalised version
would continue under the same scheme. To support the system, the
subway network grew from 32 km in 2000, to 76.6 km in 2007, several
streets were transformed into preferential corridors for buses (46 km
built or under construction by 2007), and 37 ‘transfer stations’ (groups
of bus stops in the public space) and three ‘intermodal stations’
(buildings with retail areas, services and other amenities) were located
at strategic points of the city. Nonetheless, several political issues lead
to an incomplete implementation in 2007 and one of the most severe
urban crisis in the history of Santiago (Comisión Investigadora Especial,
2007).
The sources available indicate there is not consensus on what was
the main reason behind the failure of the system.2 However Transan-
tiago unquestionably drew a new territory and transformed the scheme
of movement in the city. In the previous system, bus services connected
the periphery with the most demanded areas (e.g. city centre, industrial
areas, etc.) allowing to travel long distances just taking one service; the
‘door to door service’ mentioned earlier. Whereas Transantiago pro-
vided a trunk-feeder structure in which feeder services would run
through the diﬀerent neighbourhoods while trunks routes and subway
lines, with higher capacities and an integrated fare, would receive the
feeders in the main avenues. Trunks and subway lines were expected to
transport passengers from the residential areas to the ‘most-demanded’
places of the city (Comisión Investigadora Especial, 2007).
The new structure sought to rationalise the system and create at-
tractive concessions for private investors, similar to those successfully
applied in highways and other infrastructures (Echenique and
Galetovic, 2006). To do so, the city was divided into nine feeder areas
(with equivalent travel demands) and later assigned to an equal number
of operators that would run bus services without competition. The
historical centre, which grouped most of the central functions, would
serve as a tenth area and the core of the system. This core would receive
the ﬁve business units created to organise the trunks that connect the
nine feeder areas (Forray et al., 2013).
Nevertheless, this territorial arrangement left better connected
those groups who lived in the feeder areas with more facilities, and left
the rest in disadvantage. For instance, being disconnected from hospi-
tals and schools was a common issue for the people who resided in the
frontiers of the feeder areas (Cortés and Figueroa, 2013). Additionally,
the former historic centre grew to the east with oﬃces and other central
activities. This new ﬁnancial district moved the demands of travel, fa-
voured the accessibility of the feeder area that surrounds it and made
more diﬃcult the access for those who lived in other sectors of the city
(Tokman, 2006).
Although through the years, numerous modiﬁcations and new ser-
vices3 added ﬂexibility to the trunk-feeder scheme, it persisted in the
original routes (a high percentage of the current services) and the ex-
clusivity of some areas/avenues of the city, thus, keeping a diﬀerential
connectivity in a city depicted as highly unequal (Sabatini et al., 2001).
In fact, in parallel to the liberalisation of transport, social housing (one
of most relevant urban policies in Chile) was also transformed with the
introduction of a new mechanism that delegated the construction of
houses to private businesses.
In this new mechanism, the State deﬁned an annual stock of houses
and, through tenders, private businesses made bids to build part of the
new stock. People living under risky conditions (e.g. mean insecure
tenancies; risk of being homeless; ﬁnancial problems) chose among the
privately built stock with a unique familiar subsidy and their personal
savings (Hidalgo, 1997; Sabatini, 2000). However, as the State awarded
contracts to builders who oﬀers the lowest prices despite construction
costs not varying dramatically, private agents sought to reduce their
costs by purchasing peripheral land and developing economies of scale
Fig. 1. historical centre and ﬁnancial expansion and location of social housing clusters.
Source: personal elaboration based on SECTRA (2012a).
2 The existing studies point to a systemic collapse due to the lack of technologies to
regulate buses, lack of appropriate preferential streets and transfer facilities, inadequate
contracts with operators, deﬁciencies in the information given to passengers, among
several others (Comisión Investigadora Especial, 2007; Forray et al., 2013).
3 Often those modiﬁcations contradicted the original aims of Transantiago. An eventual
subsidy to the operators became permanent to avoid the increase of the fares (US$1500
million in 2013, see Astudillo and Mery, 2015). Services and frequencies were multiplied,
provoking congestion, and new infrastructures represent a threat to local communities
which present opposition to the construction of preferential streets (at least 9 projects
were stopped due to local opposition, see Figueroa, 2013).
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in large settlements. The stock built under these conditions ‘cleaned’
central areas and created distant, dense and socially homogenous es-
tates as several studies noticed (Ducci, 1997; Márquez, 2005).
Facilities such as education and health were also separated from
housing policies, leaving services in both sectors in private hands or in
weak local governments. The introduction of private provision of public
services traditionally owned and run by the State multiplied the number
of services on oﬀer, but at the same time, introduced diﬀerences in the
quality. Consequently, while schools or healthcare may be physically
proximate to residential areas, that proximity became meaningless
where the quality oﬀered is low, thus, emphasising the patterns of
segregation created by housing policies (Valenzuela et al., 2008;
Morales and Rojas, 1987).
The settlements built under this model shaped a new poverty (those
with roofs or inner peripheries), constituted by those who have their
housing needs solved, but suﬀer from the lack of access to the oppor-
tunities of the city (Rodríguez and Sugranyes, 2005). This new phe-
nomenon is not restricted to the lack of economic resources; it is a
broader issue of segregation, exclusion, inequality and other ag-
gravating factors normally ignored in traditional deﬁnitions of poverty
(Cammack, 2004; Kambur and Sumner, 2012).
Fig. 2 shows all the housing estates built between 1982 and 2012;
they cover 31.52 km2 and are located mostly in the western and
southern areas of the city. The same ﬁgure also displays the territorial
arrangement of Transantiago (dotted lines), the historic centre (dark
grey) and its ﬁnancial expansion (in light grey). Both housing and
transport layers show an unequal scheme in which the best supplied
areas in the historical centre (letter A in Fig. 2) and the east (letter B in
Fig. 2) are also the only ones without relevant social housing estates.
5. Accessing activities in Santiago
In general, social housing estates tend to expose higher densities
than the average of the city. Meanwhile, Santiago has an average re-
sidential density of 98.5 inhabitants/ha., social housing estates have
170.3 persons/ha. (73% over the mean of Santiago). Among the 25
denser areas of Santiago, 11 are part of the social housing clusters
mentioned earlier. The highest density values exceed 250 persons/ha.
and are concentrated mostly in the western and southern periphery.
Density tends to increase with distance and reaches its highest numbers
(120 persons/ha) between 9 and 10 km. from the historical centre of
Santiago.
The activities in Santiago are highly concentrated in speciﬁc areas.
Just the city centre and its ﬁnancial expansion to the east (27 out of 737
areas, highlighted in grey in Fig. 1) concentrate 27% of the functions
related to employment. The same area also groups a high percentage of
activities in other aspects like health care (24%) and education (10%)
and shopping (9%). Outside this highly-provided sector, employment,
education and health care are spread in a homogeneous pattern in
which rarely appears an area with more than 0.5% of any category.
Shopping tends to be less concentrated due to the existence of several
shopping malls in the periphery and traditional markets in the south of
the historical centre.
Regarding the times of access by activity from any area of the city,
the connectivity to sources of employment provided by the public
transport system displays average times of 24, 36 and 48 min to reach
the 25, 50 and 75% of the supply of employment sources. The lowest
requirements of time are in the central and eastern areas where the
access time to the half of the supply of the city is less than 20 min. In
contrast, the time required to access a similar supply is over one hour in
the areas located in the southern periphery, even though some of those
areas are highly dense and populated. In shopping activities, the
average times to access the 25, 50 and 75% of the supply are 26, 38 and
50 min respectively (Fig. 3).
In education, the averages times to reach the 25, 50 and 75% are 26,
38 and 50 min respectively. The lowest values are in the city centre and
to the south of it, with values below 24 min to reach half of the supply.
Finally, in health care 24, 32 and 44 min are needed to access the 25, 50
and 75% of the supply. Health care is the most concentrated activity of
the city, which means in this case, that having access to a few areas
represent high perceptual changes. In fact, the 100% of the supply is
reached in an average of 70 min, less than the 78 min needed to access
a similar percentage in education and shopping and less than the
82 min required to access the all the sources of employment.
By comparing the areas composed mostly by social housing estates
with the rest of the city, the times required to access to diﬀerent ac-
tivities are slightly higher with diﬀerences between 2 and 10 min
(Table 1). In general, the areas located closer to the city centre tend to
display values similar or lower to the means of the city (less than
10 min); meanwhile the other areas show times that can double the
averages (Table 1).
In each activity, the diﬀerence in time with averages of the city tend
to be larger in employment and health care; both more concentrated in
the city centre and speciﬁc points of the city. In the case of health care,
the connection opportunities of two areas (NW-1, W-1) allow reaching a
high percentage of the supply in times below the averages of the city.
The same two areas also show times below the averages in education
and shopping. Meanwhile, the same two areas and the area named E-1
also have values below the averages in employment. In opposition, the
areas S-3 and S-4 double the average times of the city by accessing to a
quarter of the supply of health care. The same areas also need 20 min
more than the average to reach the half and three quarters of the supply
in the same item. The two areas also are over the averages of the city in
the other activities, but the diﬀerence of time is less signiﬁcant.
A closer examination of the data also reveals dissimilar panoramas.
Fig. 4 summarises the time of accessing the diﬀerent activities of three
Fig. 2. Location of social housing estates and the territorial arrangement of Transantiago.
Source: personal elaboration based on Ducci and Gonzalez (2006) and MINVU (2014) and
corroborated with orthophotographs.
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selected areas and the averages of the city and all the areas composed
mostly by housing estates. The curves of the area W-1 in all the activ-
ities show a rapid increase in the accessed supply due to geographical
proximity to the city centre (point A in Fig. 4). It is the closest area to
the main centre, only 6.8 km from it, and it is consistently better than
the averages of the city. In this case, the increase of access is rapid and
the area reaches more than 60% of the supplies in less than 20 min
(Fig. 4).
The curves of the area S-2, at 13 km from the city centre, has a less
pronounced access to the resources until it reaches approximately
20 min (point C in Fig. 4). From this point, the eﬀect of having subway
stations nearby may have modiﬁed the curves, closing the gaps with the
averages of the city and with the best performing area (W-1). The
presence of a reliable transport infrastructure, like the subway, com-
pensates the increase in the distance from the main sources of activities.
The last curve (S-5) represents a case in which there is neither
psychical proximity to the main centres nor infrastructures which can
boost the access. The curve is below the averages of the city, having 20
or more minutes of diﬀerence with the city averages. The access to the
main centrality is evident from 30 min (point B in Fig. 4), where the
slope of the curve increases, putting in evidence a high concentration of
urban activities in the central area of Santiago. The area located more
than 20 km from the city centre is completely dependent on bus ser-
vices, slower than subway lines.
6. Discussion
Since de decade of 1980, social housing policies created large and
dense estates in the periphery of Santiago, thus, resolving basic needs
(housing, water, sanitation and electricity) but jeopardising the op-
portunities to progress due to the lack of services, a high level of de-
terioration in the new neighbourhoods, among others. In parallel,
transport policies liberalised public transport and failed into moder-
nising it with the implementation of Transantiago in 2007.
Considering the trajectories of transport and housing policies, the
city today exhibits a pattern in which the highest connectivity values
are concentrated in the historical centre and its expansion to the east.
As the existing literature acknowledges (Ducci, 1997; Rodríguez and
Fig. 3. Times required to access to the 50% of the supply in
each activity.
Source: personal elaboration.
C.F. Martínez et al. -RXUQDORI7UDQVSRUW*HRJUDSK\²

Sugranyes, 2005), this area was also ‘cleaned’ by the displacement of
deprived groups and later, by diﬀerent reasons, transformed in one of
the feeder areas created for Transantiago. The coincidence of activities
with the territorial organisation of Transantiago left over-connected the
centre and the east, yet leaving in disadvantage the rest; including the
displaced groups.
Although the times to access to the diﬀerent activities tend to
increase towards the periphery, the territorial pattern shows an unequal
situation. The east and the central area normally require less time than
the rest of the city to access to most of the available resources; they can
reach in less than 20 min to more than the half of the supply of the city.
In contrast, the areas located in the southern periphery normally de-
mand more travel time to surpass similar thresholds. By dividing con-
nectivity into the diﬀerent measured activities, the required times tend
Table 1
time required to access to the activities in the city and the social housing areas. In grey, below the city averages, in red, over the averages.
Source: Personal elaboration.
Density
(persons/ha)
Distance
(from city 
centre)
Time required to access (in minutes)
Health care Employment Education Shopping
25% 50% 75% 25% 50% 75% 25% 50% 75% 25% 50% 75%
City average 95,8 - 22 32 44 24 36 48 26 38 50 26 38 50
Social housing 
areas average
170,3 13,18 30 42 54 32 44 54 30 44 56 30 40 56
Social housing areas
E-1 111,1 8,65 26 32 38 24 32 42 28 36 48 26 36 48
NW-1 151,8 6,50 20 28 44 24 32 44 24 38 50 26 40 52
NW-2 117,9 10,04 30 36 52 32 40 52 30 42 60 32 46 60
NW-3 148,8 12,39 38 42 52 40 46 56 40 50 66 42 52 66
S-1 192,0 13,06 34 40 46 34 40 48 30 40 48 26 38 48
S-2 168,6 16,9 44 52 56 44 52 56 36 50 58 34 48 58
S-3 101,01 17,53 50 56 64 48 58 68 44 54 64 40 54 64
S-4 93,59 18,39 44 52 56 44 50 58 40 50 60 38 48 60
S-5 160,6 20,52 52 60 64 52 58 64 44 58 66 40 56 64
W-1 223,6 6,23 20 24 40 22 32 42 20 34 48 24 36 48
W-2 196,7 9,91 26 34 46 28 38 48 26 38 54 28 40 54
W-3 173,1 14,34 42 48 56 40 50 60 38 48 60 38 50 60
Source: personal elaboration.
Fig. 4. Curves of access of four selected areas and the averages of the city and social housing areas.
Source: Personal elaboration.
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to increase to the periphery despite that increasing distances are not
always synonymous of less populated areas. Healthcare and employ-
ment demand in average more time due to the high concentration of
both in a few central areas of the city. Education and shopping, more
evenly distributed in the territory, demand less time in average than
employment and health care.
In comparison with the averages of the city, the areas composed
mostly by social housing estates require more time to reach the dif-
ferent activities. Healthcare and employment present the more sig-
niﬁcant concerns given their high concentration of both in certain
places of the city. The analysis by area also showed two types of ter-
ritorial disadvantages: location and transport infrastructures. Location
tends to be a key factor due to the structure of the city and its pattern of
concentration of activities. Regarding transport infrastructures, other
studies have found that Santiago is well covered by public transport,
with a provision that does not substantially decrease in social housing
estates or in peripheral areas (Figueroa and Guzmán, 2016). However,
the service provided by buses may not be able to diminish the dis-
advantage and it is subway lines which may be reason for diminishing
travel time for some areas of the city.
Even though with this method is not possible to conﬁrm eﬀects on
quality of life and/or wellbeing (as deﬁned by Preston, 2009; Stanley
and Vella-Brodrick, 2009 and Delbosc and Currie, 2011), the analysis of
connectivity shows that certain exclusionary process may have been
operating in Santiago. In comparison with the whole city, the most
deprived groups require more time to access to the available resources,
thus, showing signs of transport poverty in its accessibility component
(as deﬁned by Lucas et al., 2016) and social exclusion (as deﬁned by
SEU, 2003). People who lived in areas composed mostly by social
housing estates need more travel resources than the averages of the
city.
Similarly, the mismatch between the territorial distribution of ac-
tivities and connectivity shows that, under the principle of equal con-
cern introduced by Mullen et al. (2014), transport policy did not fully
compensate the recognised damage produced by housing policies. Since
1980, housing policies put people at a natural disadvantage by in-
creasing the distance between them and the highly concentrated op-
portunities of the city; three decades later, transport did not have a
compensatory eﬀect and, instead of alleviating the patterns of segre-
gation, it may have reinforced them.
7. Conclusions
By hypothesising that inequalities must be understood under the
context of the policies that may have provoked them; this article aimed
to analyse the case of Santiago de Chile and, by doing this, contribute to
the knowledge of transport disadvantage. The experience of Santiago
shows policies that resolved basic needs but produced inequalities by
increasing the distance between the services and the housing estates.
Furthermore, the travel times to access to the city resources increase
towards the periphery and are not compensated by the public transport
services or the structure of the city. The settlements built under the
paradigms of recent social housing policies require higher amount of
time to access to the city, despite being dense, highly populated and the
most fragile segments of the society.
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